3 DESCRI PTI ON OF ALTERNATI VE SCLUTI ONS

This chapter presents a description of the packages of alternatives
to the widening of H ghway 101, and includes an overview of the
Techni cal Advisory Conmittee (TAC), Community Advisory Committee
(CAC), and public participation efforts which led to the devel opnent
of these alternative packages. The devel opnent of alternatives was a
three step process:

publicly generated ideas
translation into individual neasures
1. devel opnent of alternative packages

The process is described in the follow ng sections. The |evel of
analysis in this study requires that alternatives be fairly well
defined in terns of service |levels, |ocations of significant access
poi nts, and costs, however, detailed design issues are beyond the
scope of this study.

A No Build and a H ghway Wdening alternative are also part of the

H ghway 101 Alternatives Analysis. Descriptions of these two
alternatives were not subject to the review and refi nenent process
listed above. The H ghway Wdening alternative represents the
addition of two mxed flow (all vehicle types permtted) highway

| anes in the H ghway 101 Corridor as analyzed in the Caltrans Draft
Envi ronnent al | npact Statenent/Report (Caltrans, 1993). Project
[imts for this alternative extend from1.1 mles west of the Ventura
County line to Mlpas Street in the City of Santa Barbara.

3.1 PROCESS TO DETERM NE ALTERNATI VES

Alternatives to the H ghway 101 Wdening Project were devel oped with
public input. An early scoping neeting in February, 1994 identified
basic ideas to reduce congestion and generally reduce autonobile
usage which the conmmunity identified as inportant. |deas were then
grouped and refined into prelimnary alternative neasures, shaped

t hrough review by both the Technical Advisory Conmittee (TAC) and
Communi ty Advisory Committee (CAC) and refined into packages of
alternatives to be assessed for effectiveness in neeting project
goals. Potential nmeasures and strategies were initially defined in
the Task 3 Techni cal Menorandum Effectiveness of Alternative
Transportation Measures, (Appendix C). Recomendations in this draft
technical report were presented and further refined at conbi ned
nmeetings of the TAC CAC. A refined set of three alternative packages
was presented at the May, 1994 TAC/ CAC neeting for review and
comment. Input at this neeting, and at a July, 1994 TAC neeting, as
wel|l as additional comments fromCaltrans resulted in the final set
of alternative packages. These packages were then eval uated for
their effectiveness in addressing the identified problem statenent -
t he avoi dance of the need to wi den H ghway 101 until at |east the
year 2015. Each stage in the devel opnent of alternatives is
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descri bed below. Key results are identified after each stage to help
the reader follow the progression of alternatives devel opnent.

Public Scoping Wrkshop - February, 1994. An initial public scoping
wor kshop was held at the Mramar Hotel Convention Center on the
eveni ng of February 17, 1994. The purpose of the scoping neeting was
to identify those issues which the community believed shoul d be
addressed in the alternatives analysis. The neeting, attended by
approxi mtely 55 people, was hosted by the Santa Barbara County
Associ ati on of Governnents (SBCAG and was conducted in three parts:
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I ntroduction and Overvi ew
Brai nstorm ng Sessions in Small G oups
.. Presentation of Small G oup Results and Next Steps

An overview of alternative strategies was presented. This included a
descri pti on of

alternative transit nodes,

nonnotori zed el enent s,
..intercity/conmuter rail elenents,
..travel demand nanagenent strategies,

.. operational managenent strategies, and
| and use/transportation strategies.

Each overview included a presentation by a technical specialist from
the consultant team who offered information on the goal of the
strategy, general costs, conditions and nethods to inplenent the
strategy, effectiveness, and the types of trips which nmay be nost
affected by the approach. Handout naterials were provided outlining
these factors for each strategy.

The second part of the workshop entailed a 90 mi nute brainstorm ng
session on alternative transportation nodes. During this portion of
t he scopi ng workshop participants were divided into six groups of 8 -
10 people, and asked to develop lists of alternatives, issues and

i deas for consideration by SBCAG and the project team Each group
had a facilitator who noted all ideas on a flip chart and served to
keep the group focused. Specialists rotated between groups to
provi de i nput and answer questions throughout the session. This
provi ded each group the opportunity to explore all nodes and options.
At the end of the brainstorm ng session each group had identified
alternatives and issues to be considered.

The final part of the meeting included presentations of the ideas
generated by a representative of each group. These were |listed and
simlar ideas were identified. The meeting ended with a brief
overview of the next steps in the alternatives anal ysis process.

| deas, alternatives and i ssues were coal esced into a |list of 29
potential neasures for use in the devel opnment of packages of neasures
or alternatives. Individual nmeasures that were identified at the
February scoping neeting are described in section 3.2.1. A neeting
summary and copi es of the handouts are included in Appendi x F.

Joint Technical Advisory Committee and Community Advisory Committee
Meeting - April, 1994. A joint neeting of the study’s TAC and CAC
was held in April. The session was conducted in a workshop format
with the primary focus to define and refine alternatives. Consultant
team techni cal specialists presented overviews of each strategy
simlar to the presentati ons made at the scopi ng workshop.
Transportation services for residents and visitor/tourist services
were described for transit and TDM strategi es. Freeway nmanagenent
strategies, nonnotorized strategies, and |l and use strategies were
al so detailed. Results of the scoping workshop were presented and
TAC/ CAC nenbers di scussed and refined how each of the approaches
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m ght apply to the H ghway 101 Corridor, as well as generally

di scussing preferences and priorities. The neeting concluded with a
di scussion of the prelimnary conbining of strategies into
alternative “packages”. Prelimnary discussion centered on the
materials presented in the Task 3 Draft Technical Report -

Ef fecti veness of Alternative Transportation Measures (Appendix C).

Fi ve nodal categories were discussed again and conmttee nenbers and
the public present at the neeting generated the comments and ideas
listed in Table 3-1.

Joint TAC/ CAC Meeting May. 1994. A revised set of three alternative
packages was prepared and presented to the joint CAC/ TAC. This set,
described in detail in Section 3.3 below, includes three alternative
packages:

An enhanced express bus oriented service package,

Arail transit oriented service package with bus and shuttle

supportive neasures, and

An aut onobil e pricing disincentive/ enhanced transportati on demand
managenent (TDM strategy.

These packages were specifically constructed to test the range of
potential solutions to forecast traffic growh and associ at ed
congestion in the Corridor. It was anticipated that the specific
measures and strategies recomended for further study and

i npl ementation after conpletion of this project would likely be a
combi nati on of elements from nore than one of these packages.

Di scussion with the TAC/ CAC refined elenents in each of the packages,
however, the bus and rail service categories remained generally as
proposed. Questions regarding the rail service package asked for
greater clarification of bus service concepts associated with this
alternative. Conmittee nenbers noted that much of the proposed TDM
efforts were part of current TDM ordi nance. El enents of the
pricing/ TDM strategy were further refined to reflect full realization
of existing and planned ordi nances. Full realization of existing
ordi nances assunes incentives will be in place to ensure that 100
percent of enployers subject to the regulation will inplenent
ridesharing, alternative work arrangenent strategies, and transit
subsidies for their enployees.

TAC/ CAC Meeting July, 1994. A review of the study’'s intercept trave
survey results was presented. Alternative packages were conpared
with survey results which identified target travel markets. The
travel survey results confirmed that a significant work trip trave
mar ket currently exists between Ventura County and the Corridor (22
percent during the evening peak period), and within the Corridor
between Carpinteria and Santa Barbara (18 percent). An additional 4
percent of those surveyed traveled fromthe Corridor to south of
Ventura County during the evening commute. The survey al so confirned
t he high percentage of visitor/tourist trips on weekends originating
in Ventura and Los Angel es Counties which use Hi ghway 101. The
confirmation of the existing travel markets reinforced the

appropri ateness of the service plans contained in the proposed
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enhanced bus service package and rail transit package for the
Corri dor.

3.2 DESCRI PTION OF | NDI VI DUAL MEASURES AND | NI TI AL PACKACES

The devel opnent of alternatives began with the input fromthe public
scoping neeting and the input received at the joint TAC CAC neeti ngs.
I ndi vi dual nmeasures were identified, conplenentary neasures were
grouped, and overall effectiveness of identified nmeasures was
eval uat ed based on the historical performance of simlar measures in
ot her urban areas of simlar size and/or character such as Santa
Cruz, Ca., Eugene, Ore. and Madison, Ws. Three prelimnary packages
of neasures were identified. The subsequent sections describe each
of these steps.

3.2.1Results of the Scoping Meeting

Recommrendati ons fromthe scoping neeting included expansi on or

devel opnent of nodal technol ogies within the Corridor; increased
educati on and marketi ng approaches; autonobile use disincentives such
as tolls, increased parking charges or closing freeway ranps; and
incentives for node shift strategies including the creation of auto
free zones and enpl oyer based prograns. The category of “other
options” included greater flexibility of services, regional travel
solutions, private sector participation, mnultinodal solutions, water-
borne opportunities, and use of |and use policies to reduce
autonmobil e trip making. The consultant team grouped the ideas
generated at the scoping workshop into the neasures and strategies
l[isted in Table 3-2. Enunerated i deas were grouped by type of
strategy:

Transit Rel ated

.. Pedestrian/ Bi ke Mbdes

HOV i ncentives/ Singl e Cccupant Vehicle (SOV) Barriers
.. R desharing Pronotion

.. Freeway Desi gn/ Enhanced Operati ons

.. her Options/Ideas

The next step in the devel opment of alternatives was the
identification of individual nmeasures and nutually supportive

conmbi nati ons of measures. The consultant team devel oped prelimnary
measures (sunmarized briefly above in the description of the Task 3
Techni cal Report) based on the team s professional know edge of bus,
rail and TDM services and nethods, and their suitability to the
Corridor’s travel markets. Key concerns and el enents identified by
the public (as listed in Table 3-1) and the TAC and CAC were

i ncorporated. |deas which provided a framework for conbining
measures into packages are identified bel ow

Several neasures wll work best in association with each ot her;
for instance, express bus services typically connect renote park-and-
ride lots to geographic concentrations of enploynent. Local bus
transit lines beconme nore attractive to discretionary "non-captive"
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riders if headways are shorter or if skip-stop or express bus trips
(at peak travel tines) help to make the bus ride a faster trip. O her
rel ated i nprovenents, such as freeway ranp netering with bypass | anes
for Hi gh Cccupancy Vehicles (HOV), can further enhance the trave

time performance of such express bus |lines as conpared with the auto,
while giving an incentive for non-transit ridesharing anong

carpool ers and vanpool ers. These efforts also serve to reinforce the
exi sting TDM ordi nance inplenentation by offering nore and better
options to driving al one.

Sonme neasures might be valid actions as interim"precursors" to
nore permanent action itens, which warrant a longer lead tine to
i npl erent. For instance, inter-county conmmuter rail service m ght be
a future inprovenment, for which building a |ong-distance market (via
express bus lines or vanpools) could be a near-termprerequisite for
future success. Shuttle operations (as deployed along State Street
and the Waterfront) m ght becone viable experinents el sewhere in the
Corridor, as both tourists and residents becone accustoned to their
presence and availability for short-haul trips. 1In sone cases,
shuttles could al so serve as local feeders to |ine-hau
transportation services (such as buses or trains); shuttles
t hensel ves can be a nore affordable choice in ternms of vehicle
acqui sition costs than deploying a full size transit bus on such
short |ines.

O her non-notorized nodes (nanely wal king and bi ki ng) can becone
even nore viable travel options, if carefully planned for and
integrated into the overall public transportation system The
concept of "bike-and-ride" travel has been successfully tested by
ot her medi umsi zed cities, including San Di ego, Eugene, Oregon and
Boul der, Col orado. In August 1994, the MID tested the physical and
operational feasibility of front end bus racks on the route between
Downt own Santa Barbara and the UCSB canpus. The test period was
qguite short and the usage sonewhat low in the early weeks nostly due
to the lack of awareness by potential users; the drivers surveyed the
120 program participants and reported overall satisfaction of the
public with this feature. The MID plans to inplenent a |arge-scale
denmonstration with the sanme supplier (Sportsworks NW Inc.) by the
year 1996, subject to funding approval fromthe APC Districts Motor
Vehi cl e Surcharge Fund. Based on the expected passage of a bill in
Sacranento, neant to lift the current ban in the California Vehicle
Code on the 50 feet clearance (in excess of 36 inches) in front of a
transit coach, the MID plans to expand the next phase of this
i nnovative programto four routes (including the route from
Carpinteria) over a 6-nonth period. The integration of wal king and
bi ki ng el enents coul d becone a common denom nator to all study
strategies. This is feasible, regardl ess of the underlying “thene”
of the alternative package bei ng proposed, since the market-share for
bot h nodes conmbined will remain small relative to total person trips.

Some i nnovative concepts mght |ack an extensive track record
el sewhere, yet becone the catalyst for good operational options in
the South Coast area. Exanples mght be the levy of tolls on an
exi sting freeway Corridor segnment (instead of a new, exclusive tol
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facility), or ranps closed to SOvs at designated hours or on sel ect
days (rather than designing and buil di ng permanent and separate HOV
access ranps in narrow rights-of-way).

3.2.2Initial Alternatives Packages and | ndivi dual Measures

The Task 3 technical report, Effectiveness of Alternative
Transportation Measures (Appendi x C), grouped the individual neasures
into three candidate strategies, each one responding to a primary
focus identified below Each contains elements from other categories
of strategies. The philosophy underlying devel opment of the packages
was to devel op a wide range of alternative concepts to analyze in a
feasi bl e nunber of packages so that conclusions can be drawn as to
whi ch conbi nati ons of strategies best neet the objective of avoiding
the need to wi den H ghway 101 until at |east the year 2015.

A transit focused strategy including rail and bus, with severa
supporting neasures fromother types of strategies,

A non-transit, H gh Cccupancy Vehicle (HOV) strategy with severa
supporting neasures, and,

A mx of both transit and ot her HOV el enents.

| ndi vi dual Measures for a Transit Focused Strateqy

I ndi vidual elenents and neasures for transit focused strategies

i nclude service elenents, capital elenments, and support el enents.
Nunmer ous nmeasures were considered. Not all neasures are easily
assessed using avail able travel forecasting nodels.

Service elenents of a transit focused strategy include the follow ng:

Local bus transit and electric shuttle service inprovenents
(1 onger operating hours, greater service coverage, higher frequency,
nore direct services by travel market segment etc.). These were
tailored to known and energing target markets, including work and
non-work trips based on travel survey results, and were geared to the
seasonal needs of visitors or tourists.

Express bus route along the H ghway 101 Corridor simlar to the
current “Clean Air Express” (serving Lompoc, Buellton, Santa Mari a,
Santa Ynez and Ventura) or supplenental inter-city trains serving
commut er and/or other travel markets along the coastal route to offer
nore frequent and nore continuous services to |onger-distance trip-
makers into and out of the Study Area. Those expanded services woul d
strive to shift commuters or other |ong-distance travelers from
si ngl e occupant vehicles (SOVs).

Semi -1 ocal / semni - express bus connections between touri st
destinations found to the north, south, or within Santa Barbar a,
Coleta, Carpinteria, Mntecito, Solvang and the surroundi ng w ne
country, or other attractions. These |ocations may either receive
their own dedi cated services, or serve as nobre conveni ent connections
anong themfor linking local activities wi thout delays at transit
centers. Use of tined-transfer scheduling was considered as a
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potentially attractive operational strategy for bus operations.
Timed transfers are created by coordinating the schedul es of various
bus Iines so that the waiting tine required when a rider is
transferring between bus routes is mnimzed.

Capital elenents considered in support of transit services include:

Addition of nore visible, easier to access and egress park-and-
ride lots, served by the enhanced bus transit |lines and/or the
i nproved train operations; smaller lots (on the order of 25 - 50
spaces) mght be nore adapted to the study setting (in view of the
| ocal scarcity of land parcels for large lots with 350 or nore
par ki ng spaces).

New or inproved anenities for riders who are waiting/transferring
at key locations served by nmultiple bus or shuttle routes, such as
bi ke | ockers, automated schedul e display with next bus arrival
time(s) on each route, other connecting services' tinetables at the
nearest train station or intercity bus depot, etc..

Corridor-w de provisions for non-vehicular travel, such as
separated bi ke | anes, adequate protection for pedestrians and
bi cyclists at crossings/intersections, as well as special anmenities
at transit centers/park-and-ride |ots such as bicycle storage
| ockers. The use of bike-holders on buses and the provision for off-
peak period bi ke access on trains (as done by Cal Train in the Bay
Area) would be considered as part of this effort.

O her physical upgrades to |ocal bus stops with benches, shelters,
and permanent posting of transit schedule information at the stops.

Support mneasures considered for the transit focused strategy woul d
consi st of both existing and new el enents. These are summarized as
foll ows:

A continuation and expansi on of existing conmuter-oriented neasures
such as:

- Transit fare subsidies by enployers (currently 10% of area

enpl oyers provide subsidies);

- Guaranteed ride hone provisions (for transit riders who, on
short notice, nust work later than their |ast bus home or have
an unexpected need during the workday to travel outside their
of fice);

- More flexible start/end tinmes at work to accommodate the
transit schedules and mnimze long wait tinmes for sone
commut er s.

O her newer and broader support neasures such as:

- Conprehensive parking managenent prograns which attenpt to
control the availability and price of parking so as to
di scourage autonobile use for conmuting by solo drivers;

- Oher ridesharing pronotional benefits for visitors |ike
invitations to cultural prograns at nuseunms or special events
with a transit ticket, or discount coupons at |ocal restaurants
and theaters;
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- Oher tourist-oriented incentives such as subsidies of rai
passenger fares (for exanple, via the Conference and Visitors
Bureau), or mail-outs to visitors of an information booklet with
shuttle maps and transit schedul es showi ng the major tourist
attracti ons and acconpani ed by special discounts for |oca
accommodati ons, shops, and/or free bus rides.

Accommodat i ng seasonal variations in tourist travel to the area would
require nore flexible transit services such as:

Enhanci ng | ocal shuttle/transit services during the peak
recreational nonths.

Addi ng publicly or privately operated jitney services where stops
are made upon the rider’s request, instead of solely at designated
bus/shuttle stops, and for which schedul es are adapted real-tine to
day-to-day fluctuations in ridershinp.

I ntroduci ng deviations froma fixed route to accommopdat e speci al
events in the late fall/w nter nonths.

| ndi vi dual Measures for a Non-Transit, H gh GCccupancy Vehicle (HOV) -
Focused Str at eqy

Service or Travel Demand Managenent (TDM-rel ated el ements under the
non transit, HOV-focused strategy include:

Enhanced ride matchi ng services through greater intercounty
coordi nation for enployees residing in the counties of Ventura, San
Luis Qhispo and Los Angeles as well as Santa Barbar a;

Vanpool pronotion with the option to establish formnal
Transportati on Managenent Associ ations (TMAs) at key activity sub-
areas, where coordinated efforts anong snmaller enployers could result
in a nore effective delivery of operational and capital support to
potential vanpool drivers and riders;

HOV priorities along major arterials or at freeway on-ranps, where
feasible to provide a dedi cated HOV queue bypass |ane as part of a
potential Corridor level ranmp netering system and

Proactive support for attractive teleconmuting options avail abl e
to | ong-di stance workers to reduce the need for a Monday through
Friday commute. This mght lead to the establishnent of a shared
tel ecommuting site anong various private enployers and gover nnent
agenci es. Recent start-up by Santa Barbara County of a
tel econferencing programfor its enployees is an initial phase of
this type of activity.

Exi sti ng TDM support incentives per the recent TDM ordi nance (ai nmed
at work sites with nore than 20 enpl oyees) include at |east the
foll owi ng el enents:

Preferential parking for carpool vehicles at the destination end

(wor ksite neasures);
Subsi di es of vanpool rides by participating enpl oyees/ busi nesses;
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.. Conpressed work weeks or flextime policies by enployers; and
.. Desi gnati on of Enpl oyee Transportation Coordinators (ETCs) at
| arger work centers.

O her support neasures to be contenplated for this HOV-focused
strategy could include:

D scount for fuel used on the vanpool fleet;
Free use of the electric shuttle services at m dday by vanpool ers or
car pool ers;

Plus other ridesharing pronotional benefits like invitations to
cul tural prograns at nuseuns and special events (for regular users of
t he carpool s/ vanpool s) or discount coupons to novie theater/|oca
restaurants offered to the nost repeat ridesharers.

As part of the above two strategies, parking nanagenent tools were
eval uated for their relevance to the South Coast area. In downtown
Santa Barbara, techniques may focus on controlling the price and
supply of parking and using a m x of HOV incentives and Single
Cccupant Vehicle (SOV) disincentives, as best suited for each site.
These tools will warrant either nodifying the current city parking
regul ations, or introducing stronger performance standards for the

| arger enployers' ridesharing/transit incentives prograns (i.e.
mandatory in lieu of voluntary conpliance). Yet, these parking
managenent strategies may face significant opposition fromretailers,
restaurant managers, or enployers along the State Street
retail/comercial district, as well as el sewhere in the South Coast.

In addition, the devel opnent of a conprehensive parki ng managenent
program m ght entail other non-commuter oriented neasures, |ike
creating incentives for non-SOV travel within the Study Area by | oca
visitors/tourists. This could be supported by |ocal incentives
tailored to tourists such as:

Speci al di scounts for shoppers;
Rest aurant Di scounts;
.. Reduced prices for entertai nnent; and
M| eage credit by airline conpanies for those tourists conmtted
to making their visits as little auto-dependent as possible.

Qualitative and, to the extent possible, quantitative assessnents of
the effectiveness of Individual nmeasures were presented along with

t he neasur es/ packages descri bed above. The findings of this initial
eval uation research were presented to the TAC/ CAC as an interimstep
to the refinenent of the alternative packages.

3.3 REFI NEMENT OF ALTERNATI VE PACKAGES

Al ternative packages described in the preceding section were

di scussed with the TAC and CAC in April, 1994. Conments and
priorities listed in Table 3-1 by conmttee nenbers resulted in
revisions and adjustnents. Three revised alternative packages were
presented to the conmbined TAC CAC in May 1994. The enphasis of the
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first package is an enhanced bus transit strategy, the second is a
rail transit strategy with supporting bus and shuttle service, and
the third is an enhanced Pricing Disincentivel/ Enhanced Travel Denand
Managenent (TDM Strategy. The pricing and demand nanagenent
strategy was evaluated - both considering the full inplenentation of
t he existing ordi nances and the use of pricing incentives and

di sincentives to create greater node shift out of single occupant
vehi cl es (SOvs) and into high occupancy vehicles (HOVs) and transit.

Two additional alternatives are considered in this analysis. A No
Build alternative, which assunes only existing roadway infrastructure
to handl e travel generated by the forecast popul ation and enpl oynent
growt h as described in Chapter 2, was evaluated. A H ghway W dening
alternative, consistent with Caltrans current w deni ng proposal as
described in the H ghway 101 Draft Environnental |npact

St atenent/ Report (Caltrans, March, 1993) was al so evaluated, to form
a basis of conparison for these three alternative packages.

Bi cycl e and pedestrian el enents are assunmed for all three
alternatives and vary to match the nunber and | ocation of bus or rai
stations. These elenments, common to all alternatives except the No
Buil d, are described in section 3.3.4.

Each of the packages anal yzed as alternatives to the w deni ng of
H ghway 101 are described in detail in the foll ow ng sections.

3. 3. 1Enhanced Bus Transit Package

The enhanced bus transit package woul d provide significant express
bus service along the H ghway 101 Corridor on both weekdays and
weekends. Enhanced bus service includes new express bus service,
nodi fications and additions to existing MID fixed route service and
to shuttle services, as well as new bus “station” |ocations. Each

el enment of the enhanced bus transit package is described bel ow.
Figure 3-1 indicates conceptual bus station |ocations, route and
shuttle rerouting, and new service |ocations. These conceptua
design and service elenents would need to be refined in a subsequent,
detailed, transit operations planning analysis before their potenti al
i mpl enent ati on.

Weekday Express Bus Service

A two-way express bus service would be inplemented al ong the |l ength
of the H ghway 101/ Route 217 between downtown Ventura and Isla

Vista/ UCSB. A weekday express bus route with five internedi ate stops
(freeway bus “stations) would operate from6:00 a.m until 10:30 p. m
between Carpinteria and Isla Vista. Additionally, a separate express
bus Iine between Ventura and Isla Vista would al so operate.

Nor t hbound buses originating in Ventura would be through-routed to
the northern terminus in Isla Vista. Southbound buses originating in
Isla Vista and bound to Ventura would al so be through-routed.
Passengers travel i ng between Ventura and Santa Barbara woul d not be
required to transfer between express bus routes in Carpinteria.
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Proposed Service Levels for the Express Bus Service

- 10 minute headways in the norning and afternoon peak periods
(6:00 - 8:30 a.m) and (4:00 - 6:30 p.m) in both directions
between Carpinteria and Isla Vista;
- 20 minute headways in the norning and afternoon peak periods in
both directions between Ventura and Carpinteri a;
- 20 minute headways in m dday hours between Carpinteria and Isla
Vi sta; and

- 40 m nute headways in m dday hours between Ventura and
Carpinteri a;

- 30 mnute headways in evenings between Carpinteria and Isla
Vi st a;

- No evening service to Ventura or further south of Carpinteria.

Servi ce Coverage for Express Bus Service

Intermedi ate or “flyer stops” at the follow ng freeway “bus
stations”. These bus stations would provide for passenger
boardi ng and alighting while mnimzing bus stopping tines by
provi di ng physical bus stop facilities within or imedi ately

adj acent to the Hi ghway 101 and Route 217 rights-of-way. Express
buses would exit the freeway main line, stop at these bus
stations, then re-enter the highway to continue their trip using
excl usive, bus-only ranps (see Figure 3-1). Al bus stations
woul d have to neet all Caltrans standards and provi de grade
separated access for transit riders fromboth sides of the
freeways. This may require additional right-of-way acquisition.
These flyer stops would be | ocated at:

- Carpinteria at the Linden Avenue/ H ghway 101 i nterchange,
- Sunmer | and at the Via Real/Evans Avenue/ Hol lister Street/H ghway
101 i nterchange,
- Montecito at the San Ysidro Road/ H ghway 101 i nterchange,
- Downtown Santa Barbara at the Castillo Street/H ghway 101
interchange - this stop would be used for transit connections to
Downt own, the Waterfront, and the Santa Barbara City Coll ege
canpus,
- Five Points at the La Cunbre Road/Las Pal mas Drive/ H ghway 101
i nt er change
- Coleta at the Hollister/Route 217 interchange, and
- Isla Vista at the existing UCSB transfer center near the north
entrance to the canmpus al ong University Road.

Forecast riding tinme on the express bus between downtown Ventura and
the Castillo Street “flyer” stop (Downtown Santa Barbara) is
estimated at 47 mnutes. This tinme would increase as traffic
congestion increased on H ghway 101 naki ng the express bus service

| ess attractive. The potential addition of bus only or HOV | anes

al ong the nost congested stretches of Highway 101 in the future would
i nprove the conpetitiveness of the express bus travel tinmes conpared
with SOV travel tinmes. Park and ride |lots would be provided within
wal ki ng di stance to the proposed “flyer” stops in Carpinteria, Five
Points, Goleta and Isla Vista. The potential for accommobdati ng park
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and ride lots at other internedi ate stops appears very limted by the
| ack of available |and. Local interface options other than park and
ride access include transfers to and fromthe Metropolitan Transit
District (MID) bus routes, private shuttles, dial-a-ride vans or

m ni buses, plus kiss-and-ride opportunities. Except for Carpinteria,
Five Points, and Isla Vista, nost of the flyer stops would expect to
have the majority of riders arrive at these stops by wal king, due to
their |ocations.

Weekday Express Bus Service Interface with Local MID Routes

Exi sting MID routes, with sonme nodifications, are expected to serve a
collection/distribution function for the freeway flyer stops and
associ ated express bus service. Significant increases over existing
MID service levels in terns of peak period, base, and eveni ng service
frequencies will be needed to enhance the attractiveness of bus
transit. Key to the success of the new service will be to ensure
mnimal wait tinmes for passengers transferring between express and

| ocal buses. Travel behavior research has shown that travelers find
time spent transferring two to three tines nore onerous than the tine
spent riding on the bus (see Section 4.2). Therefore, to provide
express bus service that can attract “choice” riders (i.e. those with
cars available to them, transfer tine and total travel tine should
be mnimzed. Table 3-3 provides a conparison of current and
proposed weekday operating hours for the existing or new “local” bus
routes. Table 3-3 also summari zes the existing and proposed weekday

headways for peak, base and evening periods. “Peak” refers to
norning (a.m) and evening (p. m) peak periods, which occur from 6: 00
a.m to 8:30 am and from4:00 ppm to 6:30 p.m “Base” refers to

m dday hours and the early norning/early evening (i.e. edges of the
peak periods) “Evening” refers to service operated after 7:00 p. m
Figure 3-1 shows the Carpinteria to Isla Vista segnment of the H ghway
101 Corridor with the proposed freeway express bus service. It also
provi des a schematic |ayout of |ocal MID routes and proposed | oca
route extensions in the immediate vicinity of each flyer stop.
Det ai |l ed assunptions for proposed |ocal feeder bus coverage to and
fromeach flyer stop include:

MID Route 20 to serve both the Carpinteria and Sunmerl|and flyer
stops. Connect Route 20 to the proposed Carpinteria freeway flyer
stop at Linden Avenue, north of Carpinteria Avenue. Establish a
new two way | oop route along Holly Avenue, Pal m Avenue, Casitas
Pass Road and Li nden Avenue to connect both sides of the H ghway
101 freeway to the Carpinteria flyer stop

MID Route 14 to connect to the Montecito flyer stop at San Ysidro
Road. Divert Route 20 fromthe freeway onto North Jameson
between San Ysidro Road and Aive MII Road to augnent feeder
service to the Montecito flyer stop

Extend MID Route 14 from Sheffield Drive and North Janeson foll ow ng
Otega H Il Road and serve the Summerland flyer stop at Evans
Avenue and Via Real. Run the existing clockw se |oop (via East
Val | ey Road, Sheffield Drive, North Janmeson Lane, and San Ysidro
Road) as a two way | oop.
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MID Route 16 to connect the Castillo Street flyer stop to Santa
Barbara City College and the Downtown Transit Center. Mintain
current | oop routes both north and south of the freeway while
i ncreasing service levels as shown in Table 3-3.

MID Routes 3, 6, and 11 (along State Street) and MID Routes 5, 8, and
10 (along La Cunbre Road) to connect at the existing Five Points
transfer point. Northbound express buses to exit H ghway 101
freeway at La Cunbre Road, run north to State Street, turn |eft
onto State Street, and reenter the freeway further north at the
State Street interchange. Southbound express buses to exit
H ghway 101 freeway at Upper State Street, run east along State
Street, then south along La Cunbre Road to reenter the freeway at
La Cunbre Road.

MID Routes 6,8,9 and 12 to connect to the CGoleta flyer stop, adjacent
to the existing Goleta transfer point on the west side of the
Hol i ster Avenue/ Route 217 interchange. Access to Santa Barbara
Muni ci pal Airport provided by MID Route 11.

Express route buses to exit the Route 217 freeway and follow the
current path of MID Route 24 along University Road and El Col egi o
Road. Connection to MID Routes 25 and 25-A nmade at existing UCSB
transfer point. Connection to UCSB Shuttle Route 27 made at E
Col egi 0 Road and Camino Corto. Detailed service planning would
need to be done to determine if El Col egio Road would be able to
support the proposed increased bus vol unes.

Local MID bus route changes in terns of either service frequency or
route coverage, would require approximately 57 peak period buses to
operate in addition to those operated by MID in 1994. Together with
t he Hi ghway 101 express route requirenent of 15 peak period buses,

t he enhanced bus service plan would require approximtely 72
addi ti onal buses over current operating |levels. Annual revenue
vehi cl e hours of service are projected to increase by 182,800 for
this plan or 117 percent over MID s 1994 service levels. Twenty siXx
percent of this increase in vehicle hours of service would be a
result of the Hi ghway 101 express bus service, 53 percent from
increases in local, fixed route services and 21 percent from
increases in service on existing shuttle routes and for new shuttle
routes.

Weekend Servi ce El enent

Expansi on of weekend services, particularly to tourist attractions is
the focus of reconmended changes in weekend service. Conponents of
this expanded service are |listed bel ow

Al'l day non-stop freeway service to be provided on weekends between
the Carpinteria park-and-ride | ot and the Downtown Santa Barbara
Transit Center. Service would cater primarily to travelers and
tourists making one-day visits. Potential riders of the weekend
service would come fromthe south and head toward the Downtown
Santa Barbara retail core and the Waterfront Area. The two-way
service would run every 20 m nutes on Saturdays and Sundays from
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9:00 am to 10:00 p.m It wuld need to be supported by
incentives (e.g., nerchant discount coupons) and/or disincentives
(e.g., increased parking charges in Santa Barbara) to capture
ridership.

Mai ntain the existing Downtown Shuttle to serve local circulation
needs along State Street. Maintain weekday headways of every 7 to
10 mi nutes and shorten weekend headways on the Waterfront Shuttle
to 7 to 10 mnutes (fromthe current 15 to 30 m nutes) to enhance
| ocal weekend circul ation along the waterfront with access
provided to the Santa Barbara Zoo and the harbor. Continue the
thirteen-week summer-nmonth Waterfront Shuttle service extension to
Montecito al ong Coast Village Road fromCabrillo to Aive MII
Road including a return trip.

Add 30 m nute frequency weekend service to MID Route 22 to provide
access to the Santa Barbara M ssion and the Miuseum of Nat ur al
Hi story. Extend this route northerly along M ssion Canyon Road to
connect the Downtown Transit Center to the Santa Barbara Botanica
Gar dens.

Support of weekend bus service extensions and service additions woul d
be provided through pronotional incentives tailored to visitors such
as: di scount coupons to restaurants, sales coupons to retail outlets,
or free adm ssions to nuseuns and special events. Approaches to this
support effort are described in the TDM secti on.

Cost s

The capital costs for the enhanced bus service package are esti nmated
to range between $43 to $47 nmillion, expressed in 1994 dollars. This
i ncludes the follow ng estinmated cost conponents:

$23 nmillion for additional buses, shuttles and nini-buses/vans.

$10 - $15 nmillion for fixed transit facilities including freeway
flyer stations, park and ride lots, and rehabilitation and
upgradi ng of existing transit centers. The estimted cost varies
dependi ng upon the anobunt of private |land that nust be acquired
for these facilities.

$4.5 million for a new bus mai ntenance and storage facility to
accommodate the 72 additional buses in the fleet.

$2.7 million for exclusive bus ranps at proposed freeway flyer
stations on Hi ghway 101, assum ng no new right of way requirenents
for these | anes/ranps.

$1.6 million for additional bus passenger anenities including bus
shelters, bike |ockers, and pedestrian anmenities.

Annual operating and nmai ntenance costs to inplenent these enhanced
bus services are projected to cost an additional $10.3 and $11.7
mllion per year in 1994 dollars, over and above MID s current
operating and mai ntenance costs. The |lower estimate is based upon
t he assunption that the new express services are contracted out to
private conpany operation, while the higher nunber assunmes that MID
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woul d operate all new services as well as continue to operate the
exi sting bus services. However, these increased operating costs
woul d be of fset sonmewhat by increases in passenger fare revenues from
increased ridership. Typically 25 to 30 percent of the operating
costs of these services would be covered by passenger fares.
Specific fare policies would be determ ned by MID as part of a
detai |l ed operations planning study, but typical fares for prem um
express bus services would range from $1.00 to $1.50 one-way (1994
dollars) conpared with MID' s current fare of $0.75. These fares
could vary by the distance traveled with higher fares for |onger
express bus trips. Potential funding sources for these services and
facilities are discussed in Chapter 5.

3.3.2Rail Transit Service Package

The rail transit service package assunes the addition of new rai
transit service along the Southern Pacific Coast Line. The new rail
transit service would operate along the 22 mle segnent between
Carpinteria and Isla Vista. Figure 3-2 presents a conceptual |ayout
of the rail transit service package. At this conceptual |evel of
alternative definition, trains could either share the existing rai
line with existing and recommended Antrak service and limted freight
train service, or woul d operate on a new dedicated single line track
to be built adjacent to the existing track. Two rail technol ogies
are considered under the rail transit service package, Light Rai
Transit (LRT) or Diesel Rail Car (DRC). The LRT, which is

el ectrically powered via overhead wires (catenary), would run at-
grade along a new, dedicated single-track |ine parallel to the

exi sting Southern Pacific track. The DRC, which is self propelled
usi ng di esel engines, would run on the existing, nostly single track
Southern Pacific (SP) Iine. The Southern Pacific Coast Line right-
of -way was chosen for several reasons:

the costs to inplenment and inprove this Corridor would be | ower than
costs associ ated with devel oping a new ri ght - of - way,

the existing right-of-way essentially parallels H ghway 101 and is
proxi mate to nost popul ati on and enpl oynment in the Corridor, and

running rail transit on Santa Barbara' s city streets would be
extrenely disruptive for auto traffic, resulting in increased
traffic congestion in the dommtown area. 1In addition, this
alignnment would significantly slow the operating speeds of the
rail transit line, making it less attractive to potential riders.

Key operating assunptions for either the LRT or DRC service include:
20 m nute peak period headways, 40 m nute m dday headways, 60 m nute

eveni ng headways on weekdays.

30 m nute headways on weekend days (6:00 a.m to 7:00 p.m) with 60
m nut e headways eveni ngs on Saturdays, Sundays and hol i days.

Passenger carrying capacities for the two rail vehicle types are
essentially identical at 135 passenger “places” (seated and
standi ng) per vehicle for each requiring the sanme nunber of
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vehicles to be operated in the peak periods assum ng two car
trains for both technol ogi es.

I dentical nunber and | ocations of stations along the Southern Pacific
Coast Line for either the DRC or the LRT.

I dentical |ocal feeder bus services to and from existing and
pl anned passenger stations for either DRC or LRT.

Seven rail stations have been conceptualized for this alternative
(see Figure 3-2) including:

- Carpinteria at Linden Avenue.
Summer | and near the Evans Avenue entrance to the Look Qut County

Par k.
- Montecito at Aive MI| Road.
- Downt own Santa Barbara at the existing Amtrak station.
- Five Points area near the State Street railroad overpass, east
of the intersection of

Hol | i ster Avenue and Mbdoc Road.
- &oleta at the Patterson Avenue railroad underpass.
- Isla Vista at the Storke Avenue/ d enn Anni e Road rail road
under pass.

Par k-and-ride | ots have been assuned at the proposed rail transit
stations at Carpinteria, Downtown Santa Barbara, CGoleta and Isla
Vi st a.

A conplinmentary express bus service between the Santa Barbara and
Ventura Antrak stations to be provided on weekdays only between
6:00 am and 7:00 p.m wth 20 m nute peak period headways, and
40 m nute headways at off peak tines. The primary purpose of this
express bus route is to elimnate the need for a transfer from bus
to rail of those travelers originating in Ventura County and
destined for downtown Santa Barbara, in order to make transit nore
attractive to that specific travel market. No eveni ng express bus
service would be provided. This is a 30 mle trip with an
estimated, forecast non-stop travel tine of 40 mnutes. This
proposed service would require five peak period buses at these
frequencies. It is recognized that the express bus service
bet ween Santa Barbara and Ventura' s existing Antrak station may
provi de conpeting service with a portion of the proposed rai
Corridor. The inpacts of such conpetition would be nore
appropriately addressed at a later, nore detailed study should the
rail option be selected for further analysis.

In addition to local rail service as proposed in this package, a
recent study of intercity and commuter rail services done for the
Ventura County Transportation Conm ssion (VCTC) and SBCAG nade
several recommendati ons regardi ng service enhancenents that affect
t he Hi ghway 101 Corridor. These include increnmentally increasing the
frequency of trains between Los Angel es and Santa Barbara as demand
warrants, ultimtely to one train every two hours, using idle
Metrolink equi pmrent to denonstrate the feasibility of additional
weekend recreational service between Los Angel es and Santa Barbara,
and i nproving the right-of-way and stations along the SP tracks, as
currently planned in Caltrans’ intercity rail program
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Changes to existing bus transit routes would be nmade to re-orient
these local MID bus lines toward proposed rail transit stations to
act as feeder and distributor services. Table 3-4 indicates the
changes in service hours, and headways for routes within the Corridor
in support of the rail transit service package.

Rout e nodifications and new shuttle service to support the rail
transit service package are sunmmari zed bel ow

Access to the Carpinteria rail station to be provided by two routes.

The current MID Route 20 along Carpinteria Avenue will use a new
branch along Holly Avenue, 5th Street, and Linden Avenue. The new
Carpinteria shuttle route will follow a two-way |oop via 8th

Street, Pal m Avenue, Casitas Pass Road and Li nden Avenue.

Access to the Sumrerland rail station to be provided by the extension
of two existing routes. The current MID Route 20 will use a new
| eg al ong Evans Avenue and return to Via Real al ong Evans Avenue.
The current MID Route 14 will be extended along Otega Hill Road,
Via Real, and Evans Avenue.

Access to the Montecito rail station will be provided by the southern
extension of MID Route 14 along Aive MIIl Road. 1In addition to
t he proposed extensions, the current clockw se | oop al ong MID
Route 14 (via East Valley Road, Sheffield Drive, North Janeson
Lane, and San Ysidro Road) would be run as two way service at all

times. The Biltnore Four Seasons Hotel area will be served via
| oop route from San Ysidro Road, via Hill Road and Butterfly.
This will inprove the directness of feeder services to both the

Montecito and Summerl and rail stations.

Access to the existing Santa Barbara passenger rail station wll
continue to be provided by the State Street Shuttle for trips to

and from downtown Santa Barbara. A new shuttle route will connect
the existing rail station with Santa Barbara Gty College. The
route will partly follow the paths of the two existing shuttles

along State Street and West Cabrillo Boulevard. It will then
continue along a clockwi se | oop via Shoreline Drive, Loma Alta
Drive, diff Drive and Castillo Street.

Access to the Five Points station (State Street/ Mdoc Road) will be
provi ded by MID Routes 6 and 11 along their current paths. 1In
addition, a branch al ong Mbdoc Road and Hol lister Avenue w ||
connect MID Route 5 to this station.

Access to the Goleta station (Patterson Avenue) will be provided by
the existing MID Route 8 plus a new shuttle along Route 217 to the
UCSB campus transfer point. A deviation of MID Route 11 to the
Patterson Avenue station will enable |ocal bus connections between
this rail station and the airport.

Access to the Isla Vista station (Storke Road) will be provided by
MID Routes 12 and 25. The existing UCSB Shuttle Route 27 can be
extended north along Storke Road to serve this rail station in the
dayti ne.
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The weekend service plan under the rail transit service package
antici pates increases in weekend service levels on the | ocal MID
routes to match those planned for weekday dayti ne and eveni ng service
| evel s as shown in Table 3-4. Service levels on the Waterfront
Shuttl e would be increased to match the State Street shuttle. The
extended Waterfront Shuttle sumer service described in the enhanced
bus transit package would al so be included. Thirty mnute weekend
service along MID Route 22 and extending it north to the Santa

Bar bara Botanical Gardens is also assuned for the rail transit
servi ce package.

Cost s

The estimated capital costs for the rail transit package range from
$134 million (1994 dollars) for the Diesel Rail Car (DRC) technol ogy
operating on existing Southern Pacific tracks to $357 mllion (1994
dollars) for a Light Rail Transit (LRT) system which would require
that 22 mles of new track be installed along the Southern Pacific
right-of-way to operate, along with associated el ectrical power

di stribution system Both rail technologies would require a vehicle
mai nt enance facility and associ ated vehicle storage yard along with
the acquisition of vehicle rolling stock. O these totals, it is
estimated that $10.5 million woul d be needed to purchase additional
buses to operate the express bus service and expanded feeder bus
routes contained in this package and another $12 million in other
support el enents such as park and ride lots, rail stations, and
expansi on of bus maintenance facilities to accommodate the |arger
fleet size.

Annual operating and nmai ntenance costs are estimted to increase by
$10.5 million over current levels for the LRT option and $15.5
mllion for the DRC option. LRT is less costly to operate and

mai ntain than the DRC technol ogy, though it is significantly nore
costly to construct within this Corridor. Fares would typically
cover between 30 to 40 percent of these operating costs. Specific
fares would be set by MID, but would likely range from$1.00 to $2. 00
(1994 dollars) per one-way trip and m ght vary by the distance
travel ed. For exanple, the San Diego Trolley' s fare ranges between
$1.00 to $1.75 per trip, depending upon the distance traveled. This
conpares with MID's current full fare of $0.75 per one-way trip
irrespective of distance. Potential funding sources for these
services and facilities are discussed in Chapter 5.

3.3.3Auto Pricing/ Enhanced Travel Denmand Managenent (TDM Strategy

The Auto Pricing/ Enhanced TDM strategy includes two primary el enents:

Areawi de elenent: Pricing strategies which affect all travel, and
pronotional strategies for enployers, residents and visitors.

Enpl oyer elenent: full realization of the existing Gty/County TDM

Or di nance.

Wil e the Pricing/ Enhanced TDM package i ncludes both el ements to form

a conprehensi ve approach to reducing trips of all purposes, the
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enpl oyer el ement represents a specific travel market (commuters) for
whi ch a mandate and program already exist. It is widely recognized
that pricing (e.g. charging drivers for their use of an auto) is one
of the nost effective strategies for reducing trips, and therefore
traffic congestion (Canmeron, 1994 and Shoup, 1995). Pricing
strategies can be applied to comuters as well as travelers to and

t hrough the area. The Pricing/ Enhanced TDM strategy al so buil ds upon
the existing |ocal TDM ordi nance and recent studies prepared for
Santa Barbara. More stringent enforcenent or greater applicability
is proposed for several existing nmeasures.

Areawi de Pricing El enent

More significant |evels of single occupant vehicle (SOV) trip
reduction can be achieved by a strategy which addresses all types of
travel (e.g. conmuting, school, tourist, etc.) than a strategy which
only addresses comrute trips fromand through the Study Area.

Sel ected TDM strategi es and pronotional concepts would be applied to
other trip types as well as conmute trips as part of the area-w de
el enent of the Pricing/Enhanced TDM Strategy. Two principa
strategi es were assessed as part of the area-w de conponent: area-

wi de pricing neasures and pronotional efforts ainmed at visitors and
tourists. Each is described bel ow

Area-w de Autonobile Trip Pricing - A parking fee or charge for
par ki ng of $3.00 per day (1994 dollars) for single occupant
vehi cl es (SOvs) and $0.70 per carpool passenger per day woul d be
pl aced on all public, private and conmerci al parking spaces in the
South Coast. The fee was assuned to affect only | ong-term parking
(longer than 90 mnutes) in the South Coast so as not to inpact
shopping or other short termtrips. The 90 m nute free program
sponsored by downtown property owners and busi nesses coul d either
be exenpted fromor could be elimnated by this program dependi ng
on |l ocal policy consensus. The parking fee was applied to al
travel ers except those parking less than 90 m nutes to assess the
ability to induce node changes in both commuters and ot her
travel ers. Such a fee could generate considerabl e revenue ($25 -

$50 mllion per year) to be used for the support of travel
alternatives, such as inproved transit services and other TDM
strategies. It could have negative collateral inpacts such as

i nducing drivers to park on residential streets and making the
Sout h Coast somewhat |ess attractive to tourists traveling by
aut o.

Transit fare reduction - Reduced transit fares for all types of
riders and for all trip types would induce additional transit
ridership. Research on ridership response to fare reductions
i ndicates a national average fare “elasticity” of 0.37; that is,
for every 10% decrease in fares, there is a corresponding 3. 7%
increase in transit ridership. This level of transit fare
reduction could generate a 18.5% average increase in transit
ridership. The reduction of fares by 50 percent was included in
the Pricing/ Enhanced TDM anal ysis alternative. Coordination of
fare reduction with Antrak and other services outside of the area
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coul d be explored, but was not included in this analysis.

Pronotional efforts that support TDM strategies to visitors, tourists
and others are included in this approach. Several neasures are to be
i ncluded as part of the TDM strategy:

A “Carfree Santa Barbara” pronotion is intended as a pronotiona
canmpai gn to provide information on alternatives to the autonobile.
Information is targeted to both potential and arriving visitors
and tourists through travel agencies in southern California. The
Santa Barbara Conference and Visitors Bureau could provide simlar
information to their clients and inquirers.

Free downtown shuttle tickets - for visitors arriving via Armtrak or
those staying along the route of the electric shuttle, free
shuttle tickets would be provided prior to arrival in Santa
Barbara. This is intended to encourage travelers to use
alternatives on their way to or within Santa Barbara.

Mer chant coupons and gi veaways - Santa Barbara nerchants woul d
provi de di scount coupons or giveaways for “carless” visitors to
Santa Barbara. This program woul d be extended to users of commute
alternatives as part of an enhanced TDM ordi nance.

Enpl oyer El ement

As di scussed above, the enployer el enent involves the ful

i mpl ementation of the existing Cty/County TDM Ordi nance. Currently,
over 420 enployers with 20 or nore enpl oyees are inplenenting TDM
prograns for their enployees in response to the ordinance. The
commut e options, incentives and | evel of effort varies greatly anong
conmpanies. It is recognized that many enployers in Santa Barbara are
al ready inplenenting several of the strategies |isted bel ow and
Traffic Solutions is already involved in nost of these activities.
The 1993 enpl oyer survey conducted by Traffic Sol uti ons found that
between 17% to 33% of enployers are offering sone, but not all, of

t hese neasures. However, the enployer elenent of the

Pri ci ng/ Enhanced TDM Strategy is designed to assess the inpact of

enpl oyer-based TDM strategies if fully inplenented by all (100%

af fected enployers in the future. The full inplenentation of

exi sting ordi nances assunes that all enployers with 20 or nore

enpl oyees in the region would be mandated to inpl enent aggressi ve TDM
prograns with the follow ng characteristics:

a part- or full-time enpl oyee transportation coordinator,

ri demat ching and i nformati on servi ces,

..flexible work hours for enpl oyees who rideshare,

.. vanpool devel opment with operating assistance,

..on-site bus pass sales and i nformation prograns,

..a guaranteed ride hone program

a 4/ 40 work week that would be available to and utilized by 22
percent (based on national research) of the total enpl oyee
popul ati on,

a 9/80 work week that would be available to and utilized by 7 percent
(based on national research) of the total enpl oyee popul ation,
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a tel ecommuting program woul d be available to and utilized by 18
percent (based on national research) of the total enployee
popul ati on an average of two days per week,
preferential parking for carpools and vanpools which save
enpl oyees wal king tinme fromtheir vehicle to the building
entrance, and

a transit subsidy of $0.50 per day for enpl oyees who take the bus to
wor K.

Addi ti onal enpl oyer involvenent woul d be supported by regional
mar keti ng and pronotion, for exanple:

conmpany transportation fairs co-sponsored by Traffic Sol utions,

enpl oyer training and assi stance available from  Traffic Sol uti ons,
..public relations efforts to recogni ze early success stories, and
..direct marketing to conmuters on new and enhanced travel options.

Cost s

Aggr egat e addi ti onal annual costs to South Coast enployers for this
full inplementation programare estimated at $4.7 mllion per year in
1994 dollars (including the transit fare subsidy descri bed above).
This estimate is based upon soon to be published national research on
observed costs of various TDM prograns. The $3. 00 per day fee on
 ong term parking could generate upwards of $25 million per year in
revenues, which could be used to reinburse enployers for the costs of
these other strategies and to fund expansi on of bus services and
other alternative node facilities and prograns. Therefore, the
overall fiscal inpact (including the parking fee) of this alternative
to the public and private sectors would be at worst neutral (al
par ki ng fee revenues used to fund program el enents) or could generate
excess revenues for transportation or other inprovenments in the South
Coast .

3.3.4El ements Cormon to All Strategies

The follow ng describes neasures, activities and inprovenents
intended to support the three alternative packages and encourage
alternative travel nodes to the single occupant autonobile. These
supporting neasures and activities are presented in two genera
categories, nonnotorized support strategies and transportati on system
managenent strategies.

Nonnot ori zed Support Strateqgies

Bi cycling and wal ki ng provi de reasonabl e nodal alternatives to the
automobil e for relatively short distance trips. Conbined with | ocal
and regional transit service, bicycling and wal king can al so be key
components of longer or nore regionally oriented trips. Based on the
1990 Census Anal ysis of Journey to Work Information for the Santa

Bar bara Census Division (see Figure 2-2), approximately 3.7 percent

of overall hone-based work trips were nade by bicycle, including a

hi gh of 27.2% of work trips originating in Isla Vista, which includes
UCSB. The 1993 Traffic Solutions enployer survey indicated that 3.3%
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of enpl oyees rode a bike to work and 3. 7% wal ked to work. By

i ncludi ng inprovenents and activities which would make bicycling
safer, nore convenient, and nore confortable, the nunber of people
who use bicycles as their primary node of transportation or as a
means of accessing the bus transit service is likely to increase.

I mprovenents likely to enhance bicycling opportunities within the
Corridor area have been identified which:

can be integrated into various features of the enhanced bus transit
servi ce package, and

are conpatible with the Santa Barbara County Regi onal Bi keway Study
(SBCAG, 1994).

The followi ng projects were identified in the Regional Bi keway Study,
and woul d i nprove the safety and continuity of bikeways in the

H ghway 101 Corridor area. Figure 3-3 indicates the |ocation of the
listed facilities.

Install Cass Il bike lanes on Linden Avenue from Beach to Sandyl and
Avenue,

Install Cass Il bike lanes on Linden Avenue from (and incl udi ng)
overcrossing of H ghway 101 to El Carro,

Install Cass Il bike |lanes on Casitas Pass overcrossing of H ghway
101,

Install Cass Il bike lanes along Via Real between Padaro Lane in

uni ncor porated Santa Barbara County and Santa Ynez Avenue in
Carpinteri a,
Construct a Class | alternative to Route 101 al ong the Sout hern
Pacific Railroad right-of-way,

Install Cass Il bike |Ianes on Pedregosa Street from Castillo
Street to Laguna Street,
Construct Class | bikeway (Ortega Hill Bi keway) from Sheffield
Drive to Evans Avenue,
Compl ete the m ssing segnent of the Cabrillo Boul evard Bi keway,
Adiff Drive segnent,

Install Class Il bike | anes on Canon Perdido Street from Bath
Street to Ml pas Street,
Install Cass Il bike lanes on Alisos Street between H ghway 101
and Canon Perdi do,

Install Cass Il bike lanes on Garden Street including Garden Street
under pass, connecting to the Cabrill o Boul evard Bi keway,

I mprove the M ssion Street underpass to include Cass Il bike |Ianes,
or

Construct an off-road bi keway al ong the Southern Pacific Railroad
from Mbdoc Road to Pedregosa Street as an alternative to on-street
travel on the M ssion Street underpass.

The follow ng i nprovenents woul d provide better access to the transit
system for bicyclists and provide a far greater |evel of integration
bet ween the two nodes.

Bi ke | ockers and racks will be included at the park-and-lots for the

express bus stops at Carpinteria (Linden Avenue), Five Points,
Goleta (Hollister Avenue at Ward Menorial Boul evard), and Isla
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Vista. Additionally, where safe and practical wal k access can be

accommodat ed, bi ke lockers will also be provided at other freeway
express stops. It is anticipated that |ocker capacity for
approxi mtely 60 bikes will be provided at flyer stops.

Addi tional bike lockers will be installed at |ocations within

reasonabl e wal ki ng di stance to the downtown Santa Barbara Transit
Center.

Bi ke racks on buses for easy transfer between these nodes will be
installed on all MID buses and shuttl es.

Transportation System Managenent Strategies (TSM

Caltrans is presently developing a Traffic Operations System Pl an for
District 5 which includes Santa Barbara and the H ghway 101 Corri dor
area. The plan is intended to address a 20-year tinme frame and calls
for cooperation and coordinati on between Caltrans and responsible
agencies to maxim ze the effectiveness of the conplete transportation
system The plan includes operational inprovenents including TSM
measures such as inplenentation of a traffic operations center to
nmonitor state highway operations in District 5 ranp netering in
urbani zed areas, changeabl e nmessage signs at key highway junctions,

i npl ementati on of highway advi sory radi o, peak hour freeway service
patrols and el ectronic detection and nonitoring stations, and cl osed
circuit television and comruni cati ons systens, all ainmed at nore
effectively managing traffic flow and optim zing capacity on the
state highway systemin District 5. Wthin the H ghway 101 Corri dor,
the addition of ranmp netering and provision of HOV bypass | anes at

t he Linden Avenue, M| pas Street, and Castillo Street freeway ranps,
woul d inprove traffic flow on the freeway mainline and provide

i ncentives for HOV vehicles, including buses. Were sufficient

shoul der width exists, the provision of bus-only |lanes, or other bus
priorities to enhance bus schedule reliability at busy weekend or
weekday peak periods would increase the person-carrying capacity of

H ghway 101 and provide an inducenent to use transit as an
alternative to the single-occupant autonobile. These neasures are
consi dered comon to all of the packages.
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